introduction
Since the 1980s Spain has developed an ambitious motorway building programme extending the network by about 12,000 kilometres and bringing the total length of motorways up to 14,021 km in 2009. 1 Today, Spain has the longest motorway network among EU countries and has more motorway kilometers per capita than France, Germany, the UK, or Italy.
An extensive literature has examined the relationship between infrastructure investment and economic development (see, for example, Gramlich, 1994 ; de la Fuente, 2010; Lakshmanan, 2011 for reviews of this literature). There is also a large literature that has focused specifically on the spatial development impacts of motorway building. For the US interstate highway network, Moon (1988 Moon ( , 1994 A better understanding of the placement process is not only important on its own, but is crucial for correctly assessing the impacts of transport infrastructure investment on spatial economic development. The specific nature of the relationship between transport infrastructure and economic development and the strength of the influences is still subject of an ongoing debate. investment. This article differs from this literature by providing an exploratory study at a more detailed spatial level (the municipality) and of a specific type of investment, namely motorways.
Furthermore, the investment process is related directly to the different road building plans. The aim is to explicitly analyse the process driving the placement of new motorways both in the actual networks constructed as well as in the major national road building plans that were drawn up.
motorway building in spain
At the beginning of the 1980s the total extension of the motorway network in Spain amounted to just under 2,000 kilometres ( Figure 1 ). These were primarily toll motorways built in the late sixties and seventies in the Valle de Ebro corridor and along the tourism zones of the Mediterranean coast. After years of stagnation, during the sixties the country experienced strong economic growth accompanied by a rapid increase in car ownership and road traffic, leading to an unsustainable situation given the poor state of the main road network. According to Bel (2010) the two corridors where the early toll motorways were built were those with the strongest growth in economic activity and heavy traffic. The country's growth process was, however, interrupted by the oil crises of the seventies, which brought to a halt the brief investment process in road infrastructure. At the beginning of the eighties, Spain then showed a clear deficit in road infrastructure. Compared to other European countries, Spain lagged markedly behind in terms of its motorway network due to its historically lower road investment (Borrajo, 1988) .
Since then the motorway network has been extended by about 12,000 kilometres, bringing its total length up to 14,021 km in 2009 ( Figure 1 ). The network now provides access to all mainland Autonomous Regions and at the time of writing to all but one provincial capital (where construction is currently under way), converting it to effectively the longest motorway network among EU countries. No other European country has experienced such massive motorway construction in such a short period of time.
This has been achieved through different national road construction plans. With the transformation of the Spanish state from a centralized model to one of Autonomous Regions, the ownership of roads was redefined at the beginning of the 1980s. The state road network managed by the central government was defined as routes of general interest that guarantee inter-community and international connections, access to ports, airports of general interest and main border crossings. These represented about 25% of the totality of main roads but supported most of the traffic (Borrajo and Rubio, 1987) . Depending on their functionality, other roads were transferred to the Autonomous Communities, provinces, and municipalities.
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With the aim of improving traffic conditions in the state road network, the "Plan General de
Carreteras" (National Road Plan) was drawn up in 1983 ( Figure 2 ). Implementation started in 1984, with the programming phase covering the period up to 1991. The plan strongly followed the existing radial road network which dates back as far as the eighteenth century, as illustrated in Figure 3 showing a map by Thomas Lopez from 1760 with the principal designated post routes (Menéndez-Pidal, 1992).
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The main objective of the National Road Plan was to relieve the traffic situations in the most congested corridors. Most of them where the radial routes linking the major cities to the capital, Madrid. 3 The basic strategy adopted was to upgrade the principal road connections to free motorways by widening and adding new lanes. Using the existing lanes implied approximately a third of the cost of the construction of an entirely new motorway (Borrajo, 1985) . This was a determining criterion, since the plan was drawn up in a period that was still characterised by economic recession and thus important budget constraints. The situation, however, changed in the second half of the eighties when the economy started to grow again. This coincided with
Spain's entry into the European Community and funding, first from the EU Regional Funds, and later from the EU's Cohesion Fund becoming available. This meant that gradually the construction changed from the "doubling of lanes approach" to the construction of new segments which also allowed higher technical and safety standards. Overall, however, 70 percent of the planned motorways during this phase involved the conversion of an existing national trunk road to a motorway by a doubling of existing lanes (Borrajo and Rubio, 1986) . Examples are the A4
Southern motorway from Madrid to Sevilla that follows the former national trunk road N-IV or the A42 between Madrid and Toledo being an upgrading of the N401 trunk road. The remaining 30 percent of motorways built during this period were newly built but, in general, also closely followed the itinerary of the existing main trunk roads. The plan was finished and made public in 1984, the same year as implementation of the plan started. However, it was not until the late 1980s that the first important motorway links of this major road building programme opened to traffic and the end of 1993 that the motorway connections that had been planned were finished.
Overall, the motorway connections built during this period corresponded quite accurately to those set forth in the plan (Borrajo and Rubio 1992) .
In 1993, the government introduced the "Plan Director de Infraestructuras 1993-2007" (PDI -Infrastructure Master Plan) that was to complete the construction of the primary motorway 2 King Carlos III (1716-1788) in 1761 ordered the construction of radial roads linking "as direct as possible" Madrid to Valencia, Andalusia, Catalonia and Galicia in what can be considered the first national road building plan. Later, routes to Extremadura and the Basque Country were also included, the latter linking to France. Together, these are the precursors of the six radial motorways of the current Spanish road network. 3
Some non-radial itineraries also supported high traffic intensity, such as, for example, the Vale de Ebro corridor or the Mediterranean corridor, where the first toll motorways have been built. Other main itineraries with high traffic intensity that were not prioritized in this plan were, for example, the non-radial itinerary between Santander and Oviedo in the North, or Cadiz-Algeciras in the South, as well as Benavente-La Coruña and Benavente-Ourense-Vigo connecting the centre to Galicia. network initiated in the National Road Plan (Figure 4) . The plan was approved in Parliament in March 1994 and aimed at infrastructure improvement in general but with interurban transport infrastructure amounting to 57% of the total infrastructure investment planned. While the modernization of the rail network formed a central part of the plan, the resources devoted to roads continued to constitute the largest part. The PDI envisioned a network of motorways of about 11,000 km at the end of the planning period. Rather than a plan in its strict sense, it has to be considered as an Esquema Director (Directive Scheme) similar in spirit to the Schéma Directeur in France (Borrajo and Rubio, 1991) . Compared to the previous National Road Plan it was much more general with a considerably longer time horizon, with no specific timing for construction or specification of financing. Today, the road system in Spain is highly developed. Indeed, Spain has now one of the longest motorway networks among EU countries. In the future, their will be important issues regarding the maintenance of this vast network. On the one hand, the earlier parts of the network in particular were built with lower quality standards and will thus have higher maintenance costs in the future. On the other hand, most of the latter additions to the motorway network, especially the more recent toll motorway constructions, carry very low daily traffic intensities. The AP7 toll motorway between Cartagena and Vera, for example, is called the "ghost motorway". While intermodality is featured in the current infrastructure policy, freight transport in Spain is strongly dominated by roads and the motorway network is still characterised by a lack of adequate integration with ports and railways. In urban areas there is a need to ensure integration with other public transport modes. With the increasing density of the motorway network, environmental considerations will certainly also become more prominent in the future. 5 To date, there has been relatively little opposition to motorway construction. Although in some specific motorway segments crossing environmentally protected areas, such as for example, the A381
Jerez to Algeciras motorway or the M501 motorway in the western Madrid region, there has been protest from environmental groups. In the case of the N433 national trunk road between Sevilla to Rosal de la Frontera on the Portuguese border plans on behalf of the Ministry of Public Works to build a motorway were opposed by the local population and the project has been abandoned given its high environmental impact and the anyway relatively low traffic intensity of the itinerary for a motorway.
Factors related to motorway placement
Roads are not built randomly. Networks are designed to connect the major cities and economic centres of a country and this was certainly the key consideration in the Spanish motorway building programmes. Nevertheless, how decisions are made about specific routes and the priority such routes are given in a specific investment program, is an open question. Moreover, while the first free motorways were by and large upgradings of existing infrastructure, later additions have included more greenfield stretches which imply greater environmental impacts. In this context, for example, the toll motorway project between Toledo and Cordoba passing through environmentally protected areas was stopped because it did not pass its environmental impact assessment. as the main economic rationales for the allocation of investment. According to the efficiency criterion one would expect investment to be highest in those regions where its marginal productivity is highest. As de la Fuente and Vives (1995) show for Spain, the expected return is highest in regions with higher income levels and higher effective infrastructure endowment.
Thus, following the efficiency criterion, one would expect higher investment in richer regions.
According to the regional equity criterion, the goal would be to equalize effective infrastructure endowment, thus, regions with the lowest infrastructure endowment would be targeted and these are in general the poorest regions. Spain's 1978 Constitution introduced a territorial organisation and with it an important process of political decentralisation and an emphasis on policies to enforce territorial equity (De la Fuente and Gundin, 2008). At the same time, infrastructure investment has also been justified as regional development aid (Hart, 1993) . This is based on the view that income disparities are primarily caused by regional disparities in the endowment of key factors of production. As a result, one would expect the regions with the lowest income levels to be targeted. EU funds, particularly those targeting Objective 1 regions, are strongly based on the regional development rationale and they have also conditioned the spatial distribution of infrastructure investment in Spain towards less developed regions (Solé-Ollé 2009). 6 Regarding the empirical evidence for Spain, de la Fuente and Vives (1995) analysed investment allocation during the 1980s and found a positive effect for expected return and a negative effect for income. They concluded that both efficiency and equity considerations played a role but that efficiency was probably of greater weight. De la Fuente (2001) Moreover, since the 1990s, EU transport policy, as another factor in motorway placement, started to play a role with the development of the Trans-European Transport networks (TEN-T). Among the TEN-T priority axes is, for example, the Multimodal axis Portugal/Spain-rest of Europe.
adelheid holl an instrument of regional policy. He found empirical evidence for both. Bel (2010) argued that infrastructure policy in Spain had been used by the central government for nation-building and had not been driven by the requirements of the economic system. Table 3 summarizes the main criteria that planners involved in the Spanish national motorway building programmes used in multicriteria analyses in comparing alternative routes Borrajo, 1990, 2000) . The economic criteria refer to the monetary costs and benefits related to each alternative. Economic appraisal of projects is aimed at helping to select the projects which will generate greater net benefits than their alternatives. In practice, the measurement of net benefits is, however, complex and faces many practical problems (value of time, appropriate rate of discount, indirect economic impacts, network effects, etc.), particularly in the case of largescale infrastructure projects (Vickerman, 2007) . In terms of socio-economic criteria, planners also considered the population covered by the corridors of each alternative, mean income in the provinces crossed compared to the national average income, the tourism potential of the area and the existence of other infrastructure of general interest such as ports, airports, and national border crossings. Territorial criteria that planners included in multi-criteria analyses were the accessibility of the crossed region, whether the route forms part of the principal national high capacity road network and the international road network, and indicators related to territorial equality in terms of mean income and existing major road infrastructure. All of the plans mentioned included reductions in territorial disparities as a direct policy goal, and investment in transport infrastructure as an essential instrument to achieve greater cohesion.
These criteria form only one element of the decision making process, the final decision being 
empirical analysis

Empirical specification, data and variables
In order to analyze the factors that are correlated with receiving a new motorway, several linear probability models are estimated where the dependent variable M it equals 1 if municipality i gained a motorway within its municipality radius during the planning period t and 0 otherwise.
where, X it is a vector of observable variables as described below. 8 
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The radius is calculated for each municipality individually by approximating its surface within a circle area. While the average size of municipalities in mainland Spain is about 60 square kilometres, the values range from 0.03 km 2 in the case of Emperador a small municipality in the Autonomous Community of Valencia to Cáceres the largest municipality with 1750 km 2 ; the radius varies accordingly. 8
Since the dependent variable is discrete, a drawback of the linear probability model is that it does not The sample for all estimations includes all those municipalities that received a new motorway within the radius of their municipality in the respective period and all those municipalities that had no motorway at the beginning of the period and did not receive one.
A number of right-hand side variables that are potentially correlated with the spatial allocation of motorways are included based on the literature about the allocation of public funds and the planning considerations discussed in the previous section.
The existence of a trunk road within the municipality radius (trunkroad) before the start of the planning period will reflect cost issues. The variable is constructed as a dummy variable taking on the value of 1 for municipality i if the distance to the nearest trunk road is less than the approximated municipality radius of municipality i. Particularly during the first major planning period, the policy was to take advantage of the existing lanes of major trunk roads in order to save on costs. 9 The existence of a major trunk road, however, also reflects existing demand.
Demand is further proxied by the overall population accessibility level (access) which captures the main population centres and corridors linking those centres. It is calculated as own population plus the distance discounted sum of population to the largest 568 Spanish mainland municipalities, where the distance is measured in travel time along the existing real road network before the start of the respective planning period. 10 These two variables proxy cost and demand dimensions and indicate the degree to which efficiency criteria have influenced the placement of motorways.
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Total municipality population (pop) is included to capture the size of municipalities. In addition a dummy variable indicating whether or not the municipality forms part of a major urban agglomeration (dagglom) is also included.
Dcoast is a dummy that equals one for all municipalities that are within 10 kilometres of the coast. This is aimed at capturing the tourism potential mentioned in the planning documents.
Other variables related to socio-economic conditions include province income per capita restrict the predicted value to lie within the (0,1) interval. Thus, logistic regressions have also been carried out.
Results are qualitatively unchanged and are available upon request. 9
The existing trunk road network will also account for topography. Features such as mountains and valleys strongly influence the structure of networks, as well as the cost and feasibility of new projects.
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Holl (2007) provides an illustration and further details. 11
Calculating the expected return of each investment would be beyond the scope of this paper and would, in any case, not be possible at the municipal level due to lack of consistent data sets at this geographically detailed level.
adelheid holl relative to the national average (gdp_capita), mean province accessibility relative to the national average (access_prov), as well as province transport infrastructure capital stock relative to the average province transport infrastructure capital stock (infra_capital).
Finally, the average annual population growth rate (pop_growth) and GDP growth rate (gdp_ growth) over the years prior to the plans coming into effect are included to test how motorway placement is related to prior growth conditions. Table 2 Table 3 shows the results for the probability of receiving a motorway during the first period of 1983 to 1993 which coincides with the National Road Plan. In column (1) only the trunkroad variable is included together with the region dummies. The trunkroad variable is positive and highly significant. The unreported region dummies are mostly not significant, nor are they jointly significant. The adjusted R 2 is around 44% with their inclusion and about 42% if they are omitted. This shows a strong explanatory power for the trunkroad variable and reflects the fact that the motorway construction strongly followed the existing main road network. In columns (2) to (6) the other socio-economic and territorial variables are added. Overall, a look at the adjusted R 2 shows that conditional on the existing trunk road network, other variables
Results
show only small increases in the model fit.
The population accessibility variable and the municipality size as well as the dummy for urban agglomerations all show a positive and significant effect and indicate that the motorways were indeed located in order to link the major urban agglomerations (column 2). It also reflects that specific corridors are planned in order to capture a maximum amount of population. The dummy for municipalities located within 10 kilometres from the coast shows a negative effect (column The GDP per capita variable shows a positive effect that is, however, not statistically significant.
Richer regions generate more traffic flows and thus a greater need for infrastructure investment.
Moreover, the actual construction of motorways analysed here also includes motorways built by the regional governments, such as, for example, the C16 motorway between Barcelona and Manresa, the C17 motorway between Barcelona and Vic, the M40 ring motorway in Madrid, the A10 motorway in Navarra, or the A92 motorway between Sevilla and Guadix among others, and the richer regions have more resources to invest in their road networks. On the other hand, under the redistribution or regional development aid criteria one would expect a negative relation to the initial income level. In a much longer time series analysis, de la Fuente (2008) found a positive correlation between the average regional growth rate in the stock of infrastructure and the initial income level, but a negative correlation if the growth rate was measured per capita.
He argued that the strong population growth in many of the richer regions meant that those regions lost in relative terms in their infrastructure endowment per capita compared to some poorer regions. In column (4), the average province accessibility level relative to the national average is added. This variable shows no significant correlation with receiving a motorway at the municipality level, nor does the province transport infrastructure stock variable added in column (5). 12 Together, these results suggest that the actual placement of motorways during the period of the First National Road plan was not directly related to equity or redistribution.
Finally, in column (6) prior population and GDP growth are added. Neither of the two is statistically significant. At the regional level, the study by Castells and Solé-Ollé (2005) for 1987-1996 found that regional infrastructure capital investment responded positively to lagged regional population growth as well as lagged regional output growth. For the period considered here, this has not been the case for motorway placement at the local level, once other considerations such as an existing main trunk road or the size of the municipality and more in general, the specific location of the municipality in relation to the road network and the urban system are taken into account. Table 4 shows the results for the probability of receiving a new motorway between 1994 and 2004 coinciding with the PDI and the Plan de Infraestructuras. In comparison to Table 3, several issues are interesting to note. First, the adjusted R 2 for the second period is significantly lower than for the first period. Estimations that only include the trunkroad variable yield an adjusted R 2 of about 26% compared to around 42% for the first period. Thus, one of the main differences in the second period is that an existing trunk road within the municipality radius explains less than in the first period. Overall, this is a reflection of the change from the "doubling of lanes" policy to the construction of entirely new motorways in the later period. 13 However, 12 The initial province transport infrastructure stock shows a high correlation with the initial province income level, but even if the latter is dropped from the estimations, the coefficient of the province transport infrastructure stock variable remains insignificant.
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In other cases, such as the A381 Jerez-Algeciras motorway built by the regional government, the itinerary of the new motorway largely followed the existing regional C440 road forming part of the secondary road network and connecting the two cities.
the location of a municipality in the vicinity of the initial trunk road network of the early 1980s is still a dominating factor related to the probability that a municipality gained a new motorway later on. Second, unreported regional dummies are now individually and jointly significant. This could, on the one hand, reflect the fact that this second mayor road building plan was much more general in nature and thus probably more open to the political influence of regional governments lobbying for the inclusion of motorways in their regions. On the other hand, since the regional GDP per capita relative to the national average is not statistically significant at conventional levels, the region dummies could be picking up different investment rates in the motorway networks by regional governments. Third, the average province accessibility level relative to the national average is now negative and statistically significant. This provides some evidence for equity considerations in the second period, at least in terms of narrowing spatial inequality in accessibility. Fourth, prior local population growth is now statistically significant indicating that motorway placement was positively related to prior local population growth during this period.
Because the actual construction and placement of motorways analysed here includes motorways built by regional governments and these have been mostly, on the one hand, in wealthier regions and, on the other hand, in the vicinity of the major urban agglomerations, the results will be compared to estimations without municipalities in major urban agglomerations. Before commenting on this, estimations are carried out for the planned networks. Table 5 and 6 show the results from estimations that use the planned motorways instead of the actually constructed network in the respective planning period. Correlations of the planned networks with the actual networks show that in the first period the two coincide by 80.7%, while in the second period the correlation is significantly lower at about 57.2%. The following analysis shows how far the plans are actually related to the factors analysed. Table 5 shows the results for the first planning period from 1983 to 1993. Compared to the actual constructions analysed in Table 3 , it is interesting to note the higher explanatory capacity of the model. At around 50%, the factors analysed show a high explanatory power for the planned network. As before, the single most important factor by far is the existence of a principal trunk road in the vicinity of the municipality. Again, other factors improve the model fit very little. Nevertheless, some differences are worth pointing out. Municipalities in major urban agglomerations do not show a higher probability of receiving a new motorway in the plan but did so in the actual constructions. Again this points to investments of regional governments in their major agglomerations. The GDP per capita variable, the average province accessibility, and the initial province transport infrastructure stock also shows no significant relation to the planned network. Thus it appears that the plan did not favour specifically poorer regions once other factors are controlled for. Finally, as with the actually constructed network, no significant relation between prior population and economic growth and the planned network is shown. Table 6 shows the results for the second major planning period of 1994-2004. In contrast to Factors inFluencing the location oF new motorways: the large scale motorway building in spain the first major planning period, the factors analysed now explain slightly less for the plan than for the actual constructed network. As with the actual construction during this period, the unreported regional dummies are in most cases individually and jointly significant. Together with the lower explanatory power of the model, this supports the view that this second major
plan was more open to political influences. Again, one can see that municipalities in major urban agglomerations show no higher probability of receiving a new motorway in the plan but did so in the actual construction of the network. This second major road building planning phase also shows no significant relation to initial provincial income level nor to initial infrastructure endowment. However, as with the actual constructions during this period, province average accessibility relative to the national average shows a statistically negative correlation with the probability of receiving a new motorway. Moreover, at the local level prior population growth is not only related to actual construction but also to the planned construction during this period. In contrast, prior economic growth in the province has no significant relationship to the placement of new motorways.
As pointed out before, the actual construction and placement of motorways includes motorways built by regional governments. The results in Tables 3 to 6 indicate that one of the main differences between the plans and actual construction have been in the major urban agglomerations.
Construction in these areas may have followed different criteria.
14 Thus, as a robustness check, all estimations have been repeated without the municipalities in major urban agglomerations.
Results are qualitatively unchanged if only municipalities in the major 24 agglomerations with a population of more than 150.000 inhabitants are dropped from the estimations. If a wider set of the 138 largest urban areas defined by the AUDES methodology is used, the results remain qualitatively unchanged for the actual constructions in the first period and the results change only slightly for the estimation of the planned network for the period 1983-1993. Here, the dummy for distance to the nearest coast is no longer significant. Both for the actual and planned network in the second period, prior population growth is not significantly related to the probability of receiving a new motorway outside these urban areas. 15 In another robustness check, a dummy for municipalities that have an airport, a dummy for those that have a seaport, and a dummy for international border crossings have been included. The existence of other transport infrastructure was one of the criteria considered by planners (Table   2) . Indeed, receiving a motorway in both periods is positively related to the existence of an airport or seaport. However, these dummies are correlated and strongly related to municipality 14 In urban agglomerations, the placement of new motorways interacts with urban development plans. See, for example, Garcia-López (2010) for the interrelationship between motorways and urban development in the metropolitan area of Barcelona. In the Madrid region, the "R" radial toll motorways which were constructed parallel to the main free access motorways form, along with the orbital motorways, a complex motorway network that interacts with land use change and new urban developments along the main motorways extending far from the city centre. As pointed out by one anonymous referee, in urban areas, decisions about motorway access points also play an important role in the interaction with urban development and further traffic generation. The results show that motorway placement has been strongly related to the existing trunk road network. In this sense, the Spanish motorway building programmes show specific characteristics insofar as: a) many of the first new free motorways built in the eighties actually took advantage of the old road for one direction, building parallel running two lanes for the traffic in the opposite direction , b) even newer motorways often run in very close proximity to the existing infrastructure, keeping the old road as service lane or for local traffic, and c) the radiality of the network actually dates back as far as the eighteenth century. Indeed, the placement of the motorways analysed is significantly correlated with the distance from the 1760 postal routes as shown in Figure 3 . In an alternative specification, the trunk road variable has been replaced with the distance from the 1760 postal route network shown in Figure 3 . Motorway placement is negatively correlated with this distance; i.e. the further away a municipality is from these historic postal routes, the lower the probability of receiving a new motorway. The effect is particularly pronounced for the first National Road Plan that was strongly radial and primarily upgraded these routes dating back to the eighteenth century. 16 
conclusions
This article has analysed the spatial placement of motorways in Spain covering a long period of more than twenty years during which the basic motorway network was developed. The analysis shows that the most dominant factor related to the probability of receiving a new motorway was an existing main trunk road. This illustrates well the critical role that past decisions play in the placement of new investment and the importance of the historic context. Population size and accessibility also were significantly related to the probability of a municipality receiving a new motorway. Municipalities in urban agglomerations showed a greater probability of receiving a new motorway in the actually constructed networks but not so in the national road plans. This indicates that regional governments have specifically complemented the national motorway network in their major urban agglomerations. Neither the plan nor the actual placement of motorways in the first period appears related to prior local or regional growth. For the second period, however, prior local population growth was positively related to both the plan as well as the actual construction in urban areas but not outside these areas.
The analysis in this article is of an exploratory nature illustrating the process of motorway 16 Results are available upon request. This article also shows that there are important differences between the first National Road Plan that covered the period from 1983 to 1993 and the plans that followed. The specific processes that drive the placement of new infrastructure are crucial and should be borne in mind when analysing transport infrastructure investment. DR. JUSTO BORRAJO Source: MOPT (1993): Note: bold red lines are free motorways that were planned to be constructed in the first phase of the programme; bold yellow lines are free motorways that were planned to be constructed in the second phase of the programme; blue bold lines are motorways that were in service; black-red bold lines are motorways that were to be built by the regional governments. Source: MOPT (1994) . Notes: Light green: toll motorways in service at the end of the previous National Road Plan; dark blue: free motorways in service at the end of the previous National Road Plan; dark green: national toll motorways planned; red: national free motorways planned; yellow: connections between high-capacity roads; mid-blue: regional motorways in service at the end of the previous National Road Plan, light blue: planned regional motorways.
